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Abstract 
The working paper aims to highlighting the major evolutionary milestones, for each transport mode, and also the imposed 
obstacles and the advantages offered by the national economy, in the development transportation in Romania, starting with 1990 
year until now. Each mode of transportation cyclic evolution presents expansions and recessions phases. However, each new 
evolution cycle, of a transport mode, does not start from “zero”, but from the accumulated information (inherited) from previous 
cycle that will developed, refined and diversify in the future expansion phases. Given the interdependence with the other 
branches of the national economy and, by its very character, in the public interest, in the last two decades, the transports 
supported and, also, influenced the evolutions and improvements of the Romanian economy and also, of the entire Romanian 
society.  In addition, the development of different modes of transport has been uneven in recent decades, without taking into 
consideration the consequences of these evolutions on collateral fields. Some important connections between transportation and 
economic branches or between transport infrastructures and the regional development represent, also, important aspects presented 
in this working paper.   
© 2014 The Authors. Published by Elsevier B.V. 
Selection and peer-review under responsibility of the Organizing Committee of ESPERA 2013. 
* Corresponding author. Tel.: 4-076-676-5768; fax: +4-021-668-2339.
E-mail address: dfistung@yahoo.com. 
© 2014 The Authors. Published by Elsevier B.V. Open access under CC BY-NC-ND license.
Selection and peer-review under responsibility of the Organizing Committee of ESPERA 2013
314   Frantz Daniel Fistung et al. /  Procedia Economics and Finance  8 ( 2014 )  313 – 319 
Keywords: Transport market; Economic policies; Modal evolution; Regional development; Transport infrastructure; 
1. Introduction 
After the liberalization of transport activities, in Romania, outside of some modes that the State considered of 
strategic interest such as railways, the rest were reformed, primarily from the perspective of property. Obviously, the 
State policies could not influence anymore the distribution of some goods types and passengers by certain transport 
modes with priority. Thus, in the absence of the introduction of efficient economic instruments, the activity of the 
different subsystems was unbalanced and ineffective developed. The best example, in this respect, is that of growth 
the rampant road traffic intensities. Thus, in fewer ten years, the Romanian motorization rate almost tripled, 
especially due to the private cars acquisitions. That evolution is worrisome, taking into consideration the major 
negative effects caused by the vehicle pollutant emissions on environment and the human health.  Therefore, in a 
city as Bucharest, the pollutant levels due to the car traffic, such as carbon monoxide or lead, diminish from two to 
five years the inhabitants’ life expectancy, compared to the national average, much lower in turn toward the 
European Union 
1.1. Interdependencies between Romanian economic development and the transport evolution 
Given the interdependence with the other branches of the national economy and having a public utility, in the last 
two decades, transports have supported and influenced the impact of changes and developments in the Romanian 
economy and society.  
The contribution of transport activities at value added was in the range of 5.4% (1990) - 11.5% (in 2005), with a 
value of 8.2% in 2010. At the same time, the sector's effort at the gross domestic product (GDP) was at 4.9% in 
1990 to 10.2% in 2005 and 7.3% in 2011, which denotes a lopsided development for this period. At the same time, 
throughout the transport sector, the decrease in the volume of work has been done permanently. This is not in line 
with the trend GDP/capita, nor with the inflation rate (Figure 1). 
 
Fig. 1-./Comparisons of inflation trends and volumes of transportation (goods and passengers) in Romania for the period 1989-2011 
 
It demonstrates thus the opportunity for “separate” the economic growth analysis by the transport demand 
evolution, persistently asked in recent years by the EU policymakers. It is clear that both developments, strong and 
continuous upward the value of GDP in Romania for the period under review, and the fluctuation of inflation rate, in 
the same period, have not influenced the trend of transportation activities, both for goods and for passengers. 
Moreover, it can be seen that up to 2000, if it can be said that a permanent increase in inflation has led to a dramatic 
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decline in transport activities, neither after this year, when inflation has experienced a strong downward, transport 
activity has not known a "gradual recovery" but rather stagnation.  
Market share of various transport modes between 1990 and 2011 has witnessed different developments between 
the carriage of goods and passengers. In respect of goods, there is a trend of increase in the volume transported only 
for the river and in some measure, for the rail amid a reduction in the share of road transport. 
In Romania, the most important transport activities during the period 1990-2011, were those on roads and 
railways.  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Fig. 2- (a) The market share of transport modes, for goods, in Romania, during 1989-2011; (b) The market share of transport modes, for persons, 
in Romania, during 1989-2011 
 
Other types of transportation (air, inland and combined) were extremely low. Interestingly to underline is that, 
although the volume of goods transported by road decreased, the movement of goods has experienced significant 
increases. This denotes the current trend to carry goods reduced in volume but increased value-added, haul 
increasingly larger. That evolution comes amid the removal of some restrictions, imposed by the Communist regime 
until 1990 but also due to the reorientation of economic activities in intensity, structure and/or production locations. 
Thus, in 1990 the carriage of goods by roads represents 87.3% of all goods carried and 57.6% in 2011, while the 
railways was 9.9% in 1990 and 19.1% in 2011. Other modes of transport have had weights ranging from 0.5% in 
1989 (inland) and 12.2% in 2011, for the maritime mode (Figure 2a). These tendencies, regarding the passengers’ 
transportation (Figure 2b) are a little bit different in intensity and direction, from those of goods transportation. In 
1990, the road transportation for passengers represents 65% of the total transport services for population and the rail 
only 34.2%. In 2011, the proportions have changed, meaning that passenger transport by roads has increased to 
77.1% (with 11.7% more than in 1990) while passenger transport on the railways dropped to 19.4% (14.8% less than 
in 1990).  
Trade activities (export/import) transport services have an important position. Thus, taking into account the 
services exported by Romania, during the period 2002-2012 transports was in the top places, both deals if the 
analysis is done according to the most advanced services for export in 2002 or in 2012 (GEA, 2013). Important to 
point out is that, in both versions, the market share of services exports increased by over 30% in the past ten years. If 
we take into account the category "travel", which transportation services are a major factor, the market share of 
travel time increases moreover, highlighting once more the extremely important role of transport in the framework 
of the national economy.  
Synthesizing the analyse of the main transport activity and infrastructure indicators, in Romania after 1990 and so 
far, we can highlight some issues that have affected the levels of competitiveness and efficiency of the sector: 
• The length of the public roads network has increased relatively slow, with about 9%. 
• The share of the upgraded roads, in the total roads length, was maintained at low levels, 24.2% in 1995 26.3% 
in 2005 and only 32% in 2012. 
• The length of the railways has decreased by approximately 3%, while electrified rail network increased by only 
2.6%. 
• Only 550 km of Highways (at the end of 2012) Romania ranking the last place in the EU, in this regard.   
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• Strong growth of road transport share in the total of the sector both, for goods and passengers, in the same time 
with the drastic reduction of transport rail, inland, sea or air.  
• Unbalanced share distribution between road and rail, regarding the passenger transportation. 
• The decrease with more than 70% of the number of passengers transported by rail, while reducing the share of 
this mode of transport, in total of the sector, from 35% to 12%.  
• Romanian shipping have known, in the period 1990-2012 two distinct phases of evolution. The first one 
between 1990 and 2000 was influenced by the liquidation of national maritime fleet and the transfer by private 
sector of inland waterway vessels. In the second period, after 2001, the main activities were to make 
correspondent the national legislation with the EU requirements and later after 2007 the inland transportation 
activity has increased substantially.  
• Much lower air traffic than the real market demand. There were multiple causes: the lack of a coherent strategy 
for the development of air transport at the national level, inadapted flexibility of the national company for air 
transport (TAROM), reduced investments in airport infrastructure etc. The high rise in air traffic, particularly 
since 2005, was due largely to the market entry of low-cost operators, through the pricing policy adopted have 
failed to attract a large number of people to this mode of transportation. 
 
2. Transport infrastructure the key element in the process of economic development 
In the case of Romania, it is recognized that the situation of transport infrastructure has not a very enviable 
position and this is one of the major reasons for the economic development stagnation.  
The actual transport infrastructure networks, designed, developed and upgraded over the course of many 
centuries is, spatially speaking, fairly balanced covering the entire national territory. Almost every urban or rural 
settlement has at least one way of transport to link with other areas. Unfortunately, in today's Romania, accessibility 
to modern infrastructure is highly differentiated from one region to another, from one location to another. Social 
development tends to be higher in the villages close to the cities than in the far ones, or in the localities "near major 
roads" compared to those who have access only to the county or municipal roads.  
In fact, one of the main causes of inter and intra-regional development disparities is given by the different access 
of regions to national and international transport infrastructures and also by the poor quality of themes (Romanian 
Government, 2006).  
An analysis conducted on nearly 90% of the 3.181 urban and rural municipalities indicates that most developed 
towns in Romania are major cities located close to major communication routes, with strong attraction for 
commuters, located mainly in Western Transylvania and Dobrogea (Sandu D., 2013). 
Some defining elements for this situation: 
• Across the entire network of transportation routes, the number of those brought to the modernized requirements of 
current society and the perspective, is small, which creates an annoyance and a decrease in attractiveness, of the 
economic perspectives. As an example, out of the total of public roads, in 2012, only 32% were upgraded and from 
the total length of railways in operation, 38% were electrified. 
• Maintenance and modernization of existing transport infrastructures (notably the railways) was deficient in favour of 
allocating funds, preferentially for the construction of highways, some of which is not economically justified. It is 
almost certain that, for example, the Bucharest-Constanta motorway will not be cost effective only if the activity of 
potentially navigable areas of the Black Sea and the Danube River would rise significantly, this latter aspect by 
asking, but the modernisation, with priority, of the naval infrastructures policy unaccepted at this time.  
• The "gains" obtained by the construction of an extended national railway network, as a prerequisite for a sustainable 
transport development in Romania, is lost permanently. In recent years, maintenance and modernization of the 
railways were permanently underfunded. 
• In infrastructure construction projects for political reasons prevailed, requirements and economic justifications being 
generally secondary or unimportant. The best example is that of the construction of the Danube-Black Sea navigable 
canal, constructed with huge human and material efforts and almost unused.  
• In Romania exist some areas, naturally endowed with naval transportation infrastructures (zones of the South and 
the Southeast) but this advantage was, and still is, in very small measure used.  
Unfortunately, neither at present, these negative situations are priority to be solved but moreover, there are 
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further supported projects less necessary and economically unviable.  The POS T program gives the most relevant 
negative example in the last period of governance. In this document the axes are created only declarative, in order to 
support the sustainable development of transport in Romania. However, there is not a single concrete project in this 
invoice, the majority of the Program projects being orientated towards supporting the construction of new road 
infrastructure (highways and expressways). 
Although, in terms of highways, the situation is not good if we make the comparison with the density of the total 
roads (highways, national roads, secondary roads and regional) situation in Romania, at the level of the year 2011 is 
not just bad (Table 1).  
 
Table 1 Comparisons of some relevant indicators for road infrastructure in some EU member states 
 
Country Motorisation 
rate1 
(veh/100 
inhabitants) 
Motorways 
length/ 
Total roads 
length 
Motorways 
length /100 
km2 
territory 
Motorways 
length / 
1 million 
of 
inhabitants 
Total 
roads 
length 
/100 
km2 
territory 
Total 
roads 
length / 
1 million 
of 
inhabitants 
Motorways 
length / 
Motorisation 
rate 
Total roads 
length / 
Motorisation 
rate 
EU 27 455 0.0127 0.6228 126.19 491.16 9952.2 139.3 10989 
Romania 203 0.0042 0.1468 16.36 35.11 3911.4 1.72 412.33 
Belgium 487 0.1123 5.775 160.27 51.43 1427.3 3.62 32.24 
Bulgaria 368 0.0618 0.4126 61.89 6.68 1001.4 1.24 20.14 
Czech 
Republic 
436 0.0132 0.9307 69.9 7.05 5295.2 1.68 127.52 
Germany 525 0.0555 3.5968 157.03 64.77 2827.6 24.47 440.57 
France 480 0.0276 2.0687 175.57 74.9 6356.9 23.78 860.83 
Hungary 301 0.0411 1.3684 127.3 33.32 3100 4.23 102.99 
Poland 470 0.0282 0.3422 27.79 12.12 984.4 2.28 80.64 
UK 450 0.0211 1.6035 58.96 76.09 2798.4 8.19 388.67 
  Source: 1-(EUROSTAT, 2013) 
 
Moreover, of the countries compared, Romania occupies a very good third place, in terms of road density 
reported in population (ahead of countries such as Germany, United Kingdom, Belgium etc) and at the roads density 
reported in territory, of the comparisons carried out, only Germany and Belgium are better. In addition, reporting the 
length of motorways to the rate of motorization, Romania stays in a better position than the Czech Republic or 
Bulgaria, and if we look at the density of roads reported to the same rate of motorization only Germany and France 
is ahead of our country. All of these items are underlining that Romania's primary road network (excluding urban 
networks) is quite well developed, even more than in some countries with tradition. The infrastructure policies of the 
past pursuing with priority the development of road links between all areas of the country at the expense of 
highways construction. After 1990 this trend was reversed, a fact that has led to a worsening of the situation of 
national or county roads. At the same time, in the perspective of development and modernization of the road 
network should be taken into account also the fact that there are certain routes which, given the current 
correspondent (national road, European, county) does not justify a "doubling route" through construction of 
highways. We consider that highways must be carried out only where is justified this construction, both in economic 
and ecological perspectives, for an expected traffic evolution in the long term, more than 30 years.  Finally yet 
importantly, infrastructural development must be made in accordance with the requirements of the EU, highlighted 
mainly through the adoption of TEN-T corridors.  
The present infrastructure had an evolution in development and modernization similar to that of the Romanian 
economy, some of the main obstacles being the limited funding and the inefficient use of the funds allocated. The 
main reasons of the limited financing of the transport infrastructure are coming from a number of key aspects that 
define the most important changes that have taken place in the transport sector since 1990 such as:  
• The major changes in the structure of the transport sector due to the transition from a centralized planned 
economy to an open market economy based on demand and supply rules 
• The decline of the industries that used with priority high-capacity transport modes, mainly rail 
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• The heritage of an inadequate infrastructure and low investments made, after 1990 in order to improve this 
situation  
All these aspects have led to: 
• A significant reduction in the number of tonne-kilometres of freight by rail 
• A trend change in the international traffic flows and the under use capacity of the water transport routes for 
international transport of goods bulk and containers 
• Increasing the need for construction of new high-capacity transport infrastructures 
• Increasing the need for modernization and rehabilitation of the existing transport infrastructure 
Effects felt, due to this situation, including: 
• Increased  road congestions, overloading the operational costs for vehicles and producing major road travel 
delays  
• Decreased travel speeds and number of passengers transported within railways 
• Accelerated environment degradation due to transportation  
• Reduced Romanian market attractiveness for investments in transport 
In addition, there has been a relatively slow adoption of ideas and innovative technologies, which has resulted in 
reducing the opportunities to take advantage of alternative financing sources, including the "polluter pays" principle 
and the encouragement in using of new modes of transport including multimodal transport.   
 
Conclusions and recommendations 
 
Taking into consideration the contribution of transport activities to the development of the national economy in 
the period 1990-2013, and at the same time trends and requirements of the national and European markets, it is 
appropriate as a priority, to act in the direction of achieving a sustainable transport system. It is necessary to support 
the development of transport alternatives to actual polluting modes and the internalization of all external costs. 
Taking into consideration the need for increased mobility, the low degree of Romania’s infrastructural networks 
modernity and for promoting favorable socio-economic evolution at the national and regional levels, we consider 
that it is necessary to implement some priority measures, among which we emphasize: 
• Transport strategies reformulation taking into consideration to “decuple” the transport demand evolution 
from the general economic growth analysis.  
• Freight transport activities “switching” from road sector to multimodal, rail or inland modes. In addition, 
measures must be taken for modernizing/developing special infrastructure (such as multimode terminals), 
specialized vehicle park, implementing one modern and integrated transport management system, adopting 
advanced systems for monitoring the goods flows, personnel qualification etc.  The effects obtained will be both on 
environmental friendly (decreasing negative environmental influences) as well as economic (decreasing travel time 
and transportation costs, calculated per ton of cargo, increasing the number of jobs etc). 
• Get private investments, according to the French model for highways development. Romania is too poor to 
support from the State budget the construction of highways.  
• Refocusing financial budgetary allocations from the highways development to modernize and increase the 
capacity of the European national and county roads. It is known that two million Euros represent the minimal value 
of one highway kilometer development and 300,000 Euros for each kilometer of national or European road 
modernization/rehabilitation (Fistung F.D, Miroiu R, Popescu T, Şerbulescu R, 2008). Therefore, the rehabilitation 
of the actual national roads network at increased requirements and at European parameters would cost same as the 
development of 2,000 km of highways, and in addition could create many more jobs, by the magnitude and 
geographical distribution of the works.    
• Develop new and modern air terminals in some "important" areas (Brasov and Turnu Severin, for 
example). They could operate both air transport of passengers and goods on domestic and international routes.   
• Setting up joint ventures and the sale of the ships and crews after the Dutch model must be supported 
further, coupled with actions to facilitate European cooperation in the field of transport of goods on the Danube.  
• The development of large capacity transport networks with reduced adverse effects on the environment, in 
the regions where this is possible. In this context, important activities are related to the modernization/development 
of railway infrastructure and multimodal terminals. Developing/upgrading of one railway kilometer creates on 
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average, twice more jobs than the activities required for the modernization of one road kilometer.  
• Reducing regional disparities by developing all types of transport infrastructures well balanced. Aims, thus 
creating the preconditions of balanced economic development of all regions of Romania, at the present time, some 
of these being disadvantaged and not attractive due to inadequate quality or lack of transport infrastructure.  
• Adopt some economic facilities for supporting the development of business incubators, which financially 
could support the development/maintenance of transport infrastructures, at regional levels.    
Regarding the process of traffic flows reorientation from polluting modes to the most efficient, both ecological 
and economic perspectives, we appreciate that in the future a major importance will have the transport along the 
Danube River.  
The Danube River is transiting regions with different levels of economic development in terms of growth, so the 
inland transport traffic will be able to receive a spectacular enhance in perspective, leading to significant growth in 
the areas bordering the river and beyond. On the other hand, the Danube can become an opportunity for logistics 
cohesion. 
Improving inland transport activities in Romania could: 
• Facilitate the “switch” of a major share of goods transported by road diminishing also the negative effects 
caused by transport on the environment and cutting the transport costs, per tone of freight; 
• Reduce the risk of damaged goods and contamination of the environment by using the "containerized" 
transportation; 
• Stimulates the appearance of new jobs through the development of specific intermodal and inland 
technologies services and as well as through industrial production of the necessary equipment.  
Overall, the past and current stage of economic development, both at the regional level but especially at the 
national level, may be favorable to the future development of the transport system in Romania. That would be 
possible only if it will be implemented a regulatory framework converging with EU specific regulations and the real 
needs of Romania, for present and future. These goals must be implemented respecting the principle of free 
enterprises, not promoting an unfair competition between the different modes and not negatively affect the 
correlation between needs and potential in the domestic traffic.   
Regarding the international traffic it is necessary, through bilateral agreements or other legal instruments, to 
support the interests of Romanian carriers and their market penetration (stroked) but in convergence with 
international regulations, in particular those of the European Union.  
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